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On July 5, 1975, an Alaska Railroad freight train, Extra 1502 
South, collided with the rear of passenger t ra in  No. 5, which had 
stop@ just  south of H u r r i c a n e ,  Alaska, to permit the passengers 
t o  view M t .  McKinley. 
four lccomstive units of the freight train were derailed. 
persons w e r e  injured and one of the injured subsequently died. 

No. 5 had stopped a t  Hurricane, 2.2 miles north of the pint of 
the collision, and had departed a t  3:41 pm., 6 minutes la te r  than 
its scheduled departure tinr! of 3:35 p.m. 
off lighted fusees to protect the rear of the train as it departed 
f r m  Hurricane and m e d  southward to the muntain-viewing stop. 
The train had stopped for about 1 minute a t  the muntain stop and 
had just  started to m e  southward when the 00ll.ision occurred a t  
3:46 p.m. 

All cars of the passenger t ra in  and the f i r s t  
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The crew did not throw 

The crew of Extra 1502 South had keen instructed by the t ra in  
dispatcher to copy a train order by radio a t  Hurricane. 
though the operating rules required the train to ke stopped when 
a crwrmnber copied a train order, Extra 1502 South was not stopp& 
a t  Hurricane. 

Even 

The engineer of Extra 1502 South was copying the t ra in  order 
when No. 5 f i r s t  becarre visible to the crewnembers on the locmm- 
tive, about 3,000 feet  north of No. 5. 
South a t  this  time was 40 q h ,  which was in excess of the mxirmnn 
permitted speed of 35 q h .  The engine- applied the brakes slightly 
but the speed was not reduced. 
t o  about 1,500 feet  north of No. 5, where the engineer applied 
the brakes in emergency. Then he inmediately placed the independent 
brake value in the full-application position and depressed the re- 
lease bail. This action released the arergency application of the 

The sped of Extra 1502 

The train continued t o  mve southward 
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brakes on the five locanotive units. The lead laxmotive u n i t  of Extra 
1502 South had a 24 RL braking system which pennits an a u t m t i c  brake 
application on the loccanotive to be released by depressing the indepen- 
dent brake value handle i n  any position. 

violations aril poor practices. There is rm doubt that the engineer 
and front b r a k m  of m a  1502 S m t h  saw No. 5 in sufficient time 
t o  have stoppd their t ra in  by regular m, despite its inproper 
spsed, but the preoccupation of the engineer w i t h  copying the t ra in  
order permitted the train to w e  to a point where an emergency appli- 
cation was required to stop the train short of the collision. 
emergency application still should have stopped the t ra in  short of the 
collision, but the improper release of the locamotive a e r g e n q  brake 
negated t h i s  possibility. 

This accident appears to be the culm7na ' tion of a series of rule 

The 

Therefore, the National Transportation Safety Board recamends 
that the Federal Rai l road Administration; 

1. Insti tute procedures on the Alaska Railroad to 
insure consistent cchnpliance with operating 
rules. (R-76-10) (Class 11, Priority Followup) 

2. Revise the Alaska Railroad operating rules so that 
they explicitly state the actions rqui red  to  pro- 
vide safe operation. (R-76-11) (Class 11, Priority 
Followup) 

3. Require a l l  railroads to nOaify the 24 RL indepen- 
dent brake valves to eliminate future unwanted 
release of locomotive brakes. (R-76-12) (Class 11, 
Priority Followup) 

TODD, Chabman, MU"UIAMS, ?NAYER, BURGESS, and HALFY, 
Members, concurred i n  the abwe recamendations. 

By: Webstex B. Wdd, Jr. 
ChainMn 


